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Doherty, Jr.: Jacksonville as a Nineteenth-Century Railroad Center

JACKSONVILLE AS A NINETEENTH-CENTURY
RAILROAD CENTER
by H ERBERT J. D OHERTY , J R .*
in Florida, as in most parts of
T the United States, wasbuilding
premised upon the idea that the railHE EARLIEST RAILROAD

roads were an adjunct to water transport and that their primary
purposes were to connect interior commercial or agricultural
centers with seaports or to bridge land barriers between waterways. The notion that railroads alone might connect so as to
provide an inland transportation system was not readily grasped
by many early businessmen and politicians, most of whose economic horizons were parochially oriented. Indeed, pioneer railroad interests in Florida were so disturbed by the thought that
Georgia railroads might drain off north Florida business to
Georgia seaports that they urged politicians in the 1850s to prevent any Florida railroad from building close enough to the
Georgia border to link up with a Georgia railroad. 1 The Civil
War, however, proved the benefit of inter-connected commongauge railroad systems. In the North, where the railroads were
more often connected and were mostly built to 4’81/2” gauge, the
system proved a valuable military resource. In the South, the
greater variety of gauges and the more frequent absence of
linkages between roads proved to be a grave handicap.
The Civil War was fought for the most part on southern soil,
and its railroads suffered more devastation than did those of the
North. At war’s end almost every southern railway could be
described as little more than streaks of rust running through the
woods, except where marauding Union soldiers had pulled rails
up, frequently twisting them around trees so that they could not
be put back in place. After the war southern rail capitalists
grimly held on to their ramshackle properties, scratching wherever
*

Mr. Doherty is professor of history and director of social sciences and
behavioral studies, University of Florida. He is former president of the
Florida Historical Society.

1. George Warren Pettengill, Jr., The Story of the Florida Railroads, 18351903 (Boston, 1952), 63.
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they could for funds to rebuild, but often losing out to northern
or foreign investors by the early 1870s.
Of all of the southeastern states, Florida had the poorest railroad system. There were only a few dozen miles operating in
1860, and the first cross-state railroad running from Fernandina
did not reach Cedar Key until March 1, 1861. All lines were located in the northern third of the state. After the Civil War they
were bankrupt and lacked both equipment and traffic. Most companies were lucky if they could run their trains as often as three
times a week. 2 During the 1870s many roads came under the
control of speculators who milked off their assets and left them
little improved. In the 1880s, however, this condition began to
change. The Florida Internal Improvement Fund, which had been
created by the state before the Civil War to promote transportation facilities, was brought out of insolvency during the administration of Governor William D. Bloxham. He sold 4,000,000 acres
of state land to Philadelphia steel manufacturer Hamilton Disston
for $1,000,000. Although it was criticized, Bloxham’s action did
enable the Internal Improvement Fund trustees to resume assistance for railroad development. The decades of the 1880s and
1890s became the golden years for railroad growth in Florida.
Jacksonville’s first line, the Florida, Atlantic and Gulf Central
Railroad, was chartered in 1851. Dr. A. S. Baldwin was head of
the company. It was financed by bonds, including a $50,000 issue
floated by the city of Jacksonville, which became that community’s first bonded indebtedness. Grading of the road began
in 1857, and it was completed to Baldwin in 1859, and to Alligator
(later Lake City) the following year. A grand excursion was conducted on March 15, 1860, to commemorate the event. The people
of Columbia County welcomed the visitors from Jacksonville,
many of whom were enjoying their first train ride. Ironically,
when yellow fever broke out in Jacksonville in 1857, the railroad builders, clearing and draining the marshy areas for the
tracks, were accused of having released malarial miasmas which
brought on the dreaded plague. 3 During the Civil War the line
2. John F. Stover, The Railroads of the South, 1865-1900 (Chapel Hill,
1955), 94-95.
3. T. Frederick Davis, History of Jacksonville, Florida and Vicinity, 15131924 (St. Augustine, 1925), 341-42; Pleasant Daniel Gold, History of
Duval County, Including Early History of East Florida (St. Augustine,
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experienced grave financial difficulties, and, during the four Federal occupations of Jacksonville, it was alternately torn up by
Confederate and Union forces. The line had some importance to
the South, however, because it connected with David Levy Yulee’s
Florida Railroad at Baldwin. Despite the fact that Federal troops
destroyed Yulee’s terminals at Cedar Key and Fernandina and the
Jacksonville terminal, the two railroads played an important role
throughout the conflict providing interior communications.
For twenty-two years the Florida, Atlantic and Gulf Central
was the only railroad into Jacksonville. Military necessity during
the Civil War had overcome the provincial fear of connecting to
Georgia railroads, and in 1864 the Confederate government built
a line from Dupont, Georgia, to Live Oak, connecting the Florida,
Atlantic and Gulf Central to a Georgia line running to Savannah. With the close of hostilities new rails were laid between
Baldwin and Jacksonville, a depot was built to replace the one
destroyed during the war, and regular passenger trains began
moving again on July 20, 1865. 4 In the first years after the war, all
rail travel from the North and West to Jacksonville came via this
line from DuPont to Live Oak. During these years financial distress continued to plague the road, and it went in and out of
receivership until 1882, when it was purchased by the English
capitalist Sir Edward Reed and his associates. Now known as
the Florida Central and Western Railroad, it incorporated lines
reaching to Chattahoochee, Monticello, and St. Marks. The entire line, built to five-foot gauge, was extensively repaired, and in
1883, a Jacksonville newspaper noted: “Passengers, who have
recently traveled over the entire line . . . report the track of that
road in a much improved condition. . . . The speed of the through
trains is now about 20 miles per hour.“ 5 The Florida Central and
Western’s Jacksonville terminal was near the waterfront at the
foot of Julia Street.
In 1881 two other railroads came to Jacksonville. The first was
the Fernandina and Jacksonville, organized by two wealthy New
York developers, E. H. Harriman of Union Pacific fame and
1929), 124; Richard A. Martin, The City Makers (Jacksonville, 1972), 21;
Pettengill, Florida Railroads, 20-21.
4. Pettengill, Florida Railroads, 64; Martin, City Makers, 75.
5. Jacksonville Florida Times-Union, August 21, 1883; Gold, Duval County,
178-79.
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Bayard Cutting. The route of this line was from Jacksonville to
Hart’s Road, the small settlement on the Fernandina to Cedar
Key Railroad route later called Yulee. Its primary purpose was to
cut thirty-two miles off the Jacksonville-Fernandina trip, which
had previously been routed via Baldwin and Callahan. When the
line was opened on April 6, 1881, the trip could be traveled in one
hour and forty-five minutes each way. Owning two locomotives,
three passenger cars, two baggage-express cars, and ten freight
cars, the line operated one round trip per day. 6
Shortly after the new Fernandina line opened, Henry B.
Plant’s Savannah, Florida and Western, a predecessor of the
Atlantic Coast Line, opened a route from Waycross through
Folkston and Callahan to Jacksonville. Using leased convict labor,
it was completed April 23, 1881, with the ceremonious driving of
a silver spike at the twenty-seventh mile post. Popularly known
as the Waycross Short Line, it provided Jacksonville with a more
direct link with the North than the old Live Oak connection. The
terminals of these two new lines were located some distance from
each other in Jacksonville, but they were also near the riverfront.
The Savannah, Florida and Western depot was east of Broad
Street about where the Seaboard Coast Line building stands in
1980. The Fernandina and Jacksonville depot was on east Bay
Street west of Hogan’s Creek. The Maxwell House Coffee plant
was later built near this location, but the depot was on the south
side of Bay Street. 7
In 1884, the Fernandina and Jacksonville was merged with the
Florida Central and Western and the old Yulee system, now called
the Florida Transit and Peninsular Railroad. Sir Edward Reed
was again involved, acting for a syndicate of foreign capitalists
which incorporated the new organization as the Florida Railway
and Navigation Company. Reed became president of the company. 8 To bring these roads into a common terminal, the Jacksonville Belt Railroad was constructed in 1886 to connect the
6. Pettengill, Florida Railroads, 47-48; “Documents re. corporate histories
of predecessors Seaboard Airline Railroad,” 48, typescript in P. K. Yonge
Library of Florida History, University of Florida, Gainesville.
7. Pettengill, Florida Railroads, 65; Davis, Jacksonville, 346, see also map
facing p. 356; Map of the City of Jacksonville, published by H. and
W. B. Drew Co., Jacksonville, 1906.
8. “Predecessors Seaboard Airline Railroad,” 48; Pettengill, Florida Railroads, 50.
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Depot at Jacksonville Beach on the Florida East Coast Railway, built after
that company acquired the Jacksonville and Atlantic Railway and extended
it to Mayport in 1900. (Photograph courtesy of H. J. Doherty.)

Murry Hall Hotel, Pablo Beach. Photograph from History of Duval County,
by Pleasant Daniel Gold.

Published by STARS, 1979

5

Florida Historical Quarterly, Vol. 58 [1979], No. 4, Art. 3

Union Depot, Jacksonville, August 16, 1926. Photograph courtesy of Strozier
Library.
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Tampa, & Key West Railroad. Engine No. 4 (Baldwin, 1884);
later South Florida Engine No. 604, and then A.C.L. Engine No. 563. Photograph, ca. 1885, courtesy of Strozier Library.
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Fernandina and Jacksonville route with the Florida Railway and
Navigation Company depot at the foot of Hogan Street. After
operating under receivership from 1885 until 1888, the latter
company was reorganized in 1889 as the Florida Central and
Peninsular Railway Company, with the controlling interest moving into the hands of the Seaboard Air Line Railway by 1900.
Pride of the Florida Central and Peninsular in the 1890s was the
“Flying Cracker.” This was an express passenger train that
traveled from Jacksonville to Tampa by way of Baldwin, Ocala,
and Wildwood. Scheduled running time was about nine hours.
Advertising for this train featured a Florida cowboy standing on
the pilot of a locomotive. The train was usually powered by two
woodburning locomotives running double. 9 As a public service in
1896, this line participated in a weather warning service for fruit
and vegetable growers in which several railroads cooperated. To
announce an impending freeze the train engineers would sound
their whistles for six five-second blasts, repeated every three miles,
and the grove owners and farmers would be warned to take whatever precautions they could to protect their crops. A history of
the Florida East Coast reports the same practice on that road. 10
Southward from Jacksonville the earliest operating railroad
was the Jacksonville, St. Augustine and Halifax River Railway
Company. The three-foot gauge line was completed to St.
Augustine in 1883. It began operations with three locomotives
and six passenger, one baggage, and nineteen freight cars. In the
early 1880s, Henry M. Flagler of Standard Oil Company fame
began constructing the Ponce de León Hotel in St. Augustine. In
1885 he bought the little railroad connecting to Jacksonville in
order to upgrade its capacity for hauling in building materials
for the hotel. He later saw it as a convenient way for his guests
to travel into St. Augustine. By 1886 Flagler had acquired lines
connecting St. Augustine to Tocoi and to Palatka, and linking
Palatka to Daytona. By January 1888, the Ponce de León Hotel
was open, and it was being advertised as one of the most palatial
9. Pettengill, Florida Railroads, 53-55; Stover, Railroads of the South,
141, 272-73; Travellers’ Official Guide of the Railway and Steam Navigation Lines in the United States and Canada, June, 1893 (New York, 1893),
767.
10. Pettengill, Florida Railroads, 56-57; see also The Story of a Pioneer: A
Brief History of the Florida East Coast Railway and Associated Enterprises (St. Augustine, 1956), 38.
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hostelries in the United States. That same month the first
through, all-Pullman, vestibule train traveled from Jersey City to
Jacksonville in twenty-nine hours and thirty minutes. 11
The fact that Mr. Flagler’s hotel guests still had to take a ferry
across the St. Johns River at Jacksonville and proceed to the
Ponce de León by a narrow-gauge train was an embarassment
which he planned to remedy. In 1889 he rebuilt his railroad with
standard gauge sixty-pound rail and bridged the St. Johns at
Palatka and at Jacksonville.
In the first years of his control, the Jacksonville, St. Augustine
and Halifax River Railway Company was operated as a part of
the Jacksonville, Tampa and Key West System, and both roads
shared the same vice-president, C. C. Deming. Flagler was also a
director of the Jacksonville, Tampa and Key West System. By
1890 Flagler’s small road revealed an inventory of eleven locomotives, seventeen passenger coaches, and ninety freight cars. By
1892 it had become the Jacksonville, St. Augustine and Indian
River Railway but was already being referred to as the “East
Coast Line.” On September 13, 1895, it became officially the
Florida East Coast Railway. By April 15, 1896, it reached the
tiny hamlet of Miami, and on April 22, a six-car train began daily
round trip service from Jacksonville, running about thirteen
hours each way. 12
The second railroad to build southward from Jacksonville was
the Jacksonville, Tampa and Key West Railway which, in March
1883, started construction on a five-foot gauge to Sanford. The
work was contracted by D. H. Ambler and John Taliaferro of
Jacksonville. By March 1884, the line was completed as far as
Palatka. Robert H. Coleman, millionaire coal mine owner from
Pennyslvania, was the main promoter, although by 1886 Henry
M. Flagler was also prominent in its management. By 1892,
shortly before serious financial troubles beset the company,
Flagler resigned from the road’s board of directors. In 1893 he
was listed in Poor’s Manual of Railroads as a director of Henry
11.
12.

Henry Varnum Poor, Poor’s Manual of Railroads, 1891 (New York, 1891),
258-59; Davis, Jacksonville, 343; Pettengill, Florida Railroads, 102-03;
Stover, Railroads of the South, 278; Story of a Pioneer, 11.
Poor’s Manual, 1891, 258, 1307; Florida, The Plant System Complete Time
Tables (New York, 1899), pamphlet in P. K. Yonge Library; Pettengill,
Florida Railroads, 103-04; Travellers’ Official Guide, June, 1893, 764-66;
Davis, Jacksonville, 349-50.
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B. Plant’s Savannah, Florida, and Western Railway, and he retained that position through 1901.
By February 1886, the Jacksonville, Tampa and Key West
Railway had arrived at Sanford where it connected with Plant’s
narrow-gauge South Florida Railroad running to Tampa. By
1890 it had been converted to a 4’9” gauge. From 1893 to 1899
receivers, headed by Joseph H. Durkee, controlled the Jacksonville, Tampa and Key West. Ownership was finally vested in the
Plant Investment Company, in the founding of which Flagler and
Plant, widely believed to be railroad and hotel rivals, had participated. Sometime during the 1880s Flagler and Plant had
divided Florida between them-Flagler to have the eastern, Plant
to concentrate on the western part of the state. The Plant system,
which, by 1900, was entering Jacksonville on the north with the
Savannah, Florida and Western, and exiting on the south with
the Jacksonville, Tampa and Key West, was absorbed into the
Atlantic Coast Line in 1902. 13
By 1900 two of the major twentieth-century railroad systems
of the South-the Atlantic Coast Line and the Seaboard Air Line
-which were to dominate Florida in the coming years, were beginning to take shape. But an even larger system, the Southern
Railway, almost missed Florida. The “Suwannee River Route to
Florida,” as the earliest Southern route was called, ran from
Macon, Georgia, through Valdosta, Jasper, Lake City, and
Hampton; by 1890 it was completed to Palatka. Through
service from Macon to Jacksonville had begun the previous year
via Lake City and the Florida, Central and Peninsular Railroad.
These trains continued to come into Jacksonville over this leased
trackage until 1902, when the Southern purchased the Atlantic,
Valdosta and Western Railway. 14
The Atlantic, Valdosta and Western originated when the
G. S. Baxter Lumber Company in southern Georgia, which had
built short lines to get its timber to the Plant System’s tracks,
became annoyed with the unfavorable rates of the Plant lines.
The lumbermen, headed by Walton Ferguson, decided to construct their own railroad to Jacksonville, and they obtained a
13. Pettengill, Florida Railroads, 76, 80-81, 83; Stover, Railroads of the
South, 270; Travellers’ Official Guide, June, 1893, 764: Davis, Jacksonville, 347; Poor’s Manual, 1893, 326, 598-99; 1894, 157-58; 1901, 367.
14. Pettengill, Florida Railroads, 109; Davis, Jacksonville, 351-52.
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charter for the Atlantic, Valdosta and Western in 1897. It was
completed from Valdosta to Jacksonville two years later, and it
began passenger service. It used seventy-pound steel rails, firstclass rolling stock, and electric headlights; it was the best constructed road with the most modern equipment in Florida at that
time. In 1902 the line was sold to the Southern, and the portion
between Grand Crossing and the St. Johns River was ceded to the
St. Johns River Terminal Company. 15
One other main line into Jacksonville originated as a lumber
company operation. In 1899 the W. W. Cummer lumber interests
incorporated the Jacksonville and Southwestern Railroad to run
from their plant at Milldale, north of Jacksonville on the St.
Johns River and south of the mouth of Trout River, to their
timber holdings at Newberry. It was opened in November 1899.
Sturdily constructed, it offered some regular passenger service. It
was built to a 4’9” gauge with sixty-pound rails. Its top officers
were all men from the state of Michigan: J. M. Barnett, president;
J. Cummer, vice-president; and H. J. Hollister, treasurer. Jacksonville men held the other offices: A. G. Cummer, secretary;
W. W. Cummer, general manager; W. E. Cummer, general superintendent; and J. K. McIver, auditor. In 1899, McIver was replaced by M. N. Haughton. Though it prospered, the road was
sold in 1904 to the Atlantic Coast Line, and it became part of its
main line through Gainesville to St. Petersburg. 16
The only two railroads running east from Jacksonville to the
ocean can almost be classed as commuter lines. Their main business was passenger traffic, and their prosperity was closely tied to
the hotels at their beach terminals. The first was the Jacksonville
and Atlantic Railway Company which completed a three-foot
gauge road of thirty-five pound rail from South Jacksonville to
Pablo Beach in 1884. Its original management included as president, John Q. Burbridge; vice-president, H. S. Ely; and as treasurer, J. M. Schumacher. By 1891, Schumacher was president and
S. B. Hubbard had become vice-president. It was seventeen miles
in length by 1890, and it owned two locomotives and six passenger
and twelve freight cars. The large tract of land which it owned on
15. Davis, Jacksonville, 352-53; Poor's Manual, 1901, 393.
16. Davis, Jacksonville, 348; Pettengill, Florida Railroads, 100-01; Poor's
Manual, 1899, 1460; 1900, 1493.
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the ocean at Pablo Beach was divided into homesites and sold.
Impetus to the growth of this community (later Jacksonville
Beach) was given by the completion of John G. Christopher’s
Murray Hall Hotel in 1886. It became the leading attraction of
the railroad. The station was attached at the rear of the hotel.
Daily, one could leave South Jacksonville at 10:10 a.m. (or at
2:10 p.m. on Sundays) and arrive at the Murray Hall forty-five
minutes later, after having passed through St. Nicholas, Spring
Glen, Pottsburg, Center Park, San Pablo, and Burroughs. 17
The Murray Hall was a large frame building three stories tall
with a tower section of six stories in the front center. There were
a number of smaller towers and turrets from which flags were
usually flown, giving something of the appearance of an exhibition building. Fifteen-foot wide porches fronted all floors, and the
hotel’s 192 bedrooms were warmed by a steam heating system and
fifty-eight open fireplaces. It was lighted by its own electric plant
and was served water from special artesian wells. It provided
luxury conveniences for its guests, such as dining rooms, a bar
and wine cellar, a dance hall, and bowling alleys. 18
Shortly after midnight of Wednesday, August 6, 1892, a fire
was discovered in the boiler room of the hotel. It spread rapidly
to the main building, and by dawn on August 7, only smoking
ashes and debris were left. The flames were seen sixty miles at sea
and to the south as far as St. Augustine. In Jacksonville the sky
was so bright with the fire’s reflection that two false alarms were
returned by persons who thought the fire was in the city. Apparently, no telephone or telegraph connected Pablo with Jacksonville, for the Florida Times-Union got no confirmation of the
fire’s origin until a special locomotive dashed in on the Jacksonville and Atlantic at 4 a.m. on August 7. The reporter described
the sight as “awfully and unspeakably grand.” He observed that,
“the turreted towers stood up in flaming silhouette and the
moon, all yellow through the clouds of flame, was high in the
heavens. The heaving ocean . . . was lit up with a brassy glow.“ 19
17. Travellers' Official Guide, June, 1893, 751; Poor’s Manual, 1891, 729,
1307; 1893, 791-92; Pettengill, Florida Railroads, 106-07; Davis, Jacksonville, 350-51; Pablo Beach, Jacksonville and Atlantic Railroad, 1887
(n.p., n.d.), pamphlet in P. K. Yonge Library.
18. Davis, Jacksonville, 493; Gold, Duval County, 181-82.
19. Jacksonville Florida Tames-Union, August 7, 8, 1892.
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John G. Christopher, who was present with his wife at the
conflagration, said that his loss in building and furnishings was
$200,000, only $4,000 of which was covered by insurance. In addition to the hotel all the railroad buildings were destroyed along
with one grocery store. Nearby homes and another hotel were
damaged and scorched. The Times-Union reporter judged that
the Murray Hall had been too elegant for the area and had never
paid its way. At the time of the fire only forty guests and a staff of
forty employees were in the hotel, and most of the visitors were
from Jacksonville. There were no injuries, and all the belongings
of the guests were saved. 20
After the destruction of the hotel, the fortunes of the Jacksonville and Atlantic waned, and on December 5, 1892, it was sold
under foreclosure and was subsequently reorganized. The new
officers were Mellen W. Drew, president; J. W. Archibald, vicepresident; B. P. Hazeltine, treasurer; and W. A. McDuff, secretary.
These officers also served as directors. 21 In 1893, Archibald and
Hazeltine moved up to president and vice-president, respectively,
and McDuff added the treasurer’s duties to his own. W. B. Barnett
became a new director. Total revenues of the little road never
exceeded $20,000 per year during the 1890s, and expenses usually
matched or exceeded income. By 1898 McDuff had replaced
Hazeltine as vice-president and Barnett had become secretarytreasurer. 22
In September 1899, the Flagler System acquired the Jacksonville and Atlantic Railway Company, relaid its tracks at standard
gauge with sixty-pound rails, and extended it to Mayport. The
Flagler interests soon replaced the Murray Hall with their own
facility, the Continental Hotel, a huge frame building which
opened for the summer season of 1901. Bearing some resemblance
to the Murray Hall, it featured a six-story central rotunda with
four-story wings extending to the north and south. Capping each
wing at its extremity were five-story sections. A detached promenade, over 1,000 feet long, bordered the northern, eastern, and
southern sides. The hotel contained 186 “sleeping apartments”
and fifty-six baths. The dining room seated 350 guests. In 1913,
20.
21.
22.

Ibid., August 8, 1892.
Poor's Manual, 1893, 791-92.
Ibid., 1894, 174; 1898, 169.

https://stars.library.ucf.edu/fhq/vol58/iss4/3

14

Doherty, Jr.: Jacksonville as a Nineteenth-Century Railroad Center
J ACKSONVILLE -N INETEENTH -C ENTURY R AILROAD C ENTER 383
New York capitalists bought the establishment and renamed it
the Atlantic Beach Hotel. It again came into the possession of the
East Coast Hotel Company in 1917, but it was also destroyed by
fire in the fall of 1919. 23
The second rail line to the Atlantic Ocean was the Jacksonville, Mayport, and Pablo Railway and Navigation Company,
chartered in 1886 to build from Arlington to Mayport and Burnside Beach (later Seminole Beach). The line, built to standard
gauge with forty-pound rail, was opened on May 17, 1888, with
an excursion by the members of the Knights of Pythias lodge of
Jacksonville. On the return trip mechanical problems ensued,
and six miles from Arlington the train ground to a stop. Pundits
promptly declared that its initials, J. M. and P., really meant
“Jump Man and Push.” Another version of this story claims that
the “hills” along the route often required male passengers to get
out and push, and that is why it was called “Jump Men and
Push.” The 1893 Travellers' Official Guide lists two departures
each day from Mayport and Jacksonville, but cites no arrival
times. 24
In 1889, the original promoter and president of the road,
Alexander Wallace, died, and two hotels and the public pavilion
at Burnside Beach were claimed by fire. 25 Nonetheless, this railroad, enjoying a thriving freight business with Mayport, was not
as hard hit as was the Jacksonville and Atlantic when Murray
Hall was destroyed. Freight revenues tended to exceed those
from passengers, and its peak year of 1893 saw a total income of
about $71,000 with a profit of about $27,000. The sum was used
to build a connection from Arlington to South Jacksonville. In
1893, the Jacksonville, Mayport, and Pablo appeared to be a more
impressive operation than the Jacksonville and Atlantic. Its properties included twenty-four miles of track, four locomotives,
fourteen passenger, two baggage, and nine freight cars, one
caboose, and two ferryboats. 26
After the death of Alexander Wallace, the company was
headed by John N. C. Stockton, with William Wallace as secre23.
24.
25.
26.

Ibid., 1900, 408; Davis, Jacksonville, 351, 494.
Poor’s Manual, 1894, 1342; Travellers’ Official Guide, June, 1893, 757;
Margery Green and Joan Bentley, The Arlington Story (Arlington, 1959),
18; Davis, Jacksonville, 353-55; Pettengill, Florida Railroads, 126-27.
Davis, Jacksonville, 189, 354.
Poor’s Manual, 1894, 1342.
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tary, Telfair Stockton as treasurer, and T. T. Bryan as auditor. In
1892, possession of the Jacksonville, Mayport, and Pablo passed
into the hands of J. A. Russell, D. M. Youmans, and H. Scott, who
were responsible for the expansion to South Jacksonville and the
acquisition of the ferry connection across the St. Johns River. 27
Operations of the company were directed by Archer Harmon,
president; J. N. C. Stockton, vice-president; and a board of directors which included H. H. Buckman, T. P. Denham, and
Horace Scott. The new owners over-extended themselves, however, and were not able to meet payments on their notes. As a
result, J. L. Marvin was named receiver in late 1893. He was removed when temporary financial recovery was made, but a receiver, C. S. Adams, was again named on March 24, 1894. On
September 2, 1895, the property of the little railroad was sold
under foreclosure to J. N. C. Stockton for $20,100. Poor’s Manual
of Railroads had reported in 1893 that the road had cost $90,000
to build, owned $20,000 worth of equipment, and had been
28
capitalized at $200,000. After 1895 it ceased to operate as a
public carrier, though for some time mail was delivered by handcar. Stockton conveyed the property to H. H. Buckman in 1899,
and Buckman transferred the portion east of Pablo Creek to the
Mayport Terminal Company in 1900. The property was then
acquired by the Florida East Coast Railway which used it in its
Mayport extension. 29
Parts of the route of the Jacksonville, Mayport, and Pablo are
still faintly visible in 1980. Its Arlington terminal was on a long
dock at the foot of Arlington Road onto which the little trains
ran. 30 Eastward up the hill toward University Boulevard, traces
of the right-of-way may be seen on the north side of the road, as
can remains of the fill across Pablo Creek where high tension
lines now cross just west of the old Mayport Cemetery.
Nineteenth-century rail passenger travel was probably a thing
of wonder for travellers. In retrospect it appears to have been
dangerous and inconvenient. Except for a few crack trains, average speeds rarely were more than twenty-five and more often
27. Ibid., 1891, 1307; Davis, Jacksonville, 354.
28. Poor’s Manual, 1894, 1342; 1895, 193; 1896, 214; 1893, 325; Davis, Jacksonville, 354.
29. Davis, Jacksonville, 354; Gold, Duval County, 182.
30. Green and Bentley, The Arlington Story, 18.
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fifteen miles per hour. In 1893 the Plant System’s scheduled
traveling time from Jacksonville to Savannah was about five
hours; to Charleston, ten hours. To Daytona, on the Jacksonville,
St. Augustine and Indian River line, it was four hours fifty minutes, and to Punta Gorda, it took eleven hours and ten minutes,
traveling on three different railroads. The fastest time from Jacksonville to Tallahassee was seven hours and forty minutes. Danger
did not stem from speed, but from poor track and equipment. Improvements came slowly, and by 1900 most Florida railways had
steel rails and had converted to the standard 4’81/2” gauge. The
majority were using coal-powered locomotives, but coaches were
little improved over those of 1865. Because they could be built
for $4,000-$5,000 each, wooden coaches were still generally in use,
though they provided little protection for passengers in collisions.
One of the most inconvenient aspects of train travel was the difficulty of changing from one line to another. The standardization
of track helped solve that, as did the building of union stations
into which all lines operated. 31
Henry Flagler started the move for Jacksonville’s union station. In 1890, he purchased a tract of land on West Bay Street
known as the Burch site and began construction. The new terminal was opened for use on February 4, 1895, though it would be
two years before it was finally completed. The Jacksonville
Terminal Company was owned jointly by all the railroads entering the city, and the corporation’s first officers included Henry
M. Flagler as president, and Henry B. Plant as vice-president. In
its early days, the Jacksonville facility was the largest depot in the
South. In 1900, forty-six passenger trains daily entered and departed. By 1913 the number had increased to ninety per day, and
at the height of the winter season, January 1913, 152 arrivals and
departures were recorded in a single day. 32 By World War I the
facility was no longer adequate to handle the traffic, and the
terminal company planned a massive new structure at Lee and
Bay streets. It was opened for the first time on November 17,
1919, and was extolled as one of the finest stations in the country.
31. Travellers’ Official Guide, June, 1893, 759, 765, 755, 767; Stover, Railroads of the South, 278.
32. Davis, Jacksonville, 356-57; Gold, Duval County, 183-84; Jacksonville,
Florida (Jacksonville, 1915), pamphlet in P. K. Yonge Library, 2; John
W. Lansley, Jacksonville (Jacksonville, 1913), 6.
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The high point of railway travel in the United States and in
Florida was reached between World War I and the 1930s. The
June 1916 edition of the Official Guide of the Railways contained
1,600 pages of passenger schedules; the January 1930 edition included 1,760 pages. By the 1930s Jacksonville was without rival
in Florida as “the Gateway City.” Though the Southern Railway
still ran the “Suwannee River Special” through Lake City and
Hampton to the Tampa Bay area, and the Atlantic Coast Line
ran a train from the Midwest, the “Southland,” via the “Ferry
Cut-off“ to the Florida west coast, most passenger traffic into
Florida came through Jacksonville. 33 The Depression era of the
1930s caused a decline in tourist traffic and the abandonment of
many passenger trains in Florida and in the rest of the nation.
Though the war revived railroad passenger traffic, and passenger
travel remained active until the 1950s, the rapid growth of cheap
and fast airline service and the development of the interstate highway system were to doom the passenger train. By the 1970s only
the creation of the National Railroad Passenger Corporation
(AMTRAK) saved a vestige of this kind of railroad service.
The changing modes of travel and shifting population growth
patterns virtually stripped Jacksonville of its “Gateway City”
title. The new highways diverted much tourist traffic around the
city, and air traffic patterns made Atlanta not only the gateway to
Florida, but to the whole Southeast. The once-busy Jacksonville
Terminal which had opened so grandly in 1919, stands empty in
1980, its tracks removed for future commercial development.
North of the city a small passenger facility with two loading
tracks handled ten regularly scheduled arrivals and departures a
day and hosted only two name trains, the Silver Meteor and the
Silver Star. 34 The glory days of Jacksonville’s and Florida’s rail
activity had ended.
33.
34.

The Official Guide of the Railways and Steam Navigation Lines of the
United States, Puerto Rico, Canada, Mexico, and Cuba, June, 1916 (New
York, 1916); ibid., January, 1930, 504, 585, 623.
Amtrak Train Timetables, Southeastern Routes, October 28, 1979.
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